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000 for a new city hall, $2,000,000 for 
parks and playgrounds, $250,000 for 
viaduct approaches and $3,000,000 
for sewers. 

No small measure of the success of 
the two years operation under the City 
Manager belongs to the City Manager, 
who, in an honest, able and forceful 
handling of the executive and ad- 
ministrative departments won respect 
and confidence. His recommendations 
were generally adopted by the City 
Council because they were accom- 
panied and supported by sufficient 
and satisfactory reasons together with 
full information on the subjects sub- 
mitted. 

Although his administration was 
made a political issue during the cam- 
paign preceding the municipal election, 
all but two of the candidates of the 
party raising the issue were defeated, 
notwithstanding a local newspaper of 
politics opposed to those of the man- 
ager carried on a campaign against him 
daily for almost two years. 

Through personal antagonism of a 
majority of members of City Council, 
taking office January 1, 1942, the 
Manager was removed. 

For him no more need be said 
than that he performed his duties 
aggressively, honestly, fearlessly and 
well. 

DETROIT TAKES OVER ITS STREET 
RAILWAYS 
BY ROSS SCHItAhf 

As&nt General Manuger, Department of Street Railways of Dctroil 

Seattb and San Francisco are running municipal street-railway 89s- 
t m  but Detroit’s adventure with a compkte 363 mile q s h ,  made 
efed;ve laat month after a thirty-year struggle with the Detroit United .. Railwap, iS the boldest yet and by far the most important. :: .. 

TEE struggle of Detroit for the own- 
ership of her own streets began 30 
years ago. Therefore, a great deal of 
this recital must be taken from the 
records and conversation with men of 
another generation. 

The traction problem in Detroit 
became acute when the city under the 
leadership of Mayor Pingree first 
asserted that the public’s interest in 
street railway operation was superior 
to  any other interest. Mayor Pingree 
believed that no foreign holding stock- 
holders had a right to specify how we in 
Detroit should travel between our 
homes and our business and under 
what conditions. Since that time the 

City has been engaged in a practically 
continuous struggle with the private 
company and its predecessors. 

On May 23,1899 the first street rail- 
way commission of the city reported a 
plan for the purchase of private lines 
and the physical property was valued 
at  $8,000,000. The unexpired fran- 
chises were appraised at approximately 
$8,500,000. Incidentally, this com- 
mission had as one of its members one 
of the leading attorneys of the Middle 
West, who has since that time been 
the standard bearer for the private 
company in all of its battles with the 
city. 

As indicating one of the many pit- 
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falls referred to previously, the private 
company through all these years, time 
after time has hired away the city’s 
best legal advisers and through ail 
these years they have formed a strategy 
school to  protect the company’s inter- 
ests. 

As a result, there was never the 
proper continuity of the city’s legal 
effort, each new corporation counsel 
having to start from scratch, that he 
might familiarize himself with the 
multitudinous possibilities. 

This first street railway commis- 
sion suggested that a purchase plan be 
submitted to popular vote in case ob- 
structive litigation (which had already 
been started) should be decided in 
favor of the city’s power to  proceed 
with the project. 

However, this commission’s work 
was rendered useless by an adverse de- 
cision of the Michigan Supreme Court. 
A constitutional convention sitting 
ten years before the Civil War had in- 
serted in the constitution the provi- 
sion that the state should never engage 
in any “work of internal improve- 
ment”; and fifty years later the court 
held that the Detroit United Railway 
system was a “work of internal im-’ 
provement” and that what the state 
could not do itself, it could not author- 
ize the city to do. 

Thereupon began a great political 
struggle to have a constitutional 
amendment submitted to the voters of 
Michigan, under the terms of which 
would be granted the right of home 
rule with respect to the ownership and 
operation of street railways. This 
was an intense battle and the legisla- 
ture refused, time after time, to permit 
a vote. It is said that the chairman 
of a certain committee in the House, 
living in a small Michigan village, de- 
feated the effort of the people of the 
largest city in the state to  have this 
question of home rule submitted. 
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Finally it was necessary to wage a 
campaign all over the state, that a new 
constitutioilal convention might be 
called, its purpose being to bring about 
municipal home rule if possible. 

As a matter of fact, it was ten years 
after this first Railway Commission 
report that a new constitution went 
into effect and the first obstacle to 
municipal ownership was removed. 

A certain provision of this home rule 
permission, however, complicated mu- 
nicipal ownership in Detroit for years. 
So great had been the struggle in the 
convention between the conservatives 
and the progressives that the former 
insisted no city should have municipal 
ownership power except upon a 60% 
vote of the electors. The progressives 
responded by insisting that no city 
should have the power to grant a fran- 
chise except by similar vote. 

This constitution went into effect 
about fourteen years ago and there 
followed several years more of struggle 
before the people of Detroit finally 
succeeded in getting a chance to vote 
upon the policy of municipal ownership 
and operation of street railway lines. 
They finally approved this policy by a 
vote of four to one. 

EXPIRING FRANCHISES 

In the meantime the private com- 
pany had been making frantic efforts 
to secure a renewal or extension of its 
franchises, which were beginning to  
expire. 

In 1906 Mayor George P. Codd sub- 
mitted a proposition for the extension 
of franchises to December 4, 1924, in 
return for which the company Was to 
sell tickets at the rate of six for O5c dur- 
ing all hours and ten for 25c between 
5:OO and 8:OO A.M. and 4:30 and 6:30 
P.M. This proposition received only a 
31y0 affirmative vote. 

In September 1907 the proposition 
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giving franchises for the construction 
of eleven extensions received only a 
33#% aemative vote. 
In January 1912, Mayor W. B. 

Thompson and his corporation coun- 
sel (afterward the first lieutenant of 
the leading D. U. R. lawyer) submitted 
a proposition to extend franchises to 
December 1934, in return for which the 
company was to sell eight tickets for 
35c during the rush hours and six 
tickets for $2512 during all hours. This 
proposition received a 41% vote. 

In April 1913, Mayor Oscar Marx 
submitted a city charter amendment 
providing for municipal ownership and 
operation of railway lines and this 
proposition received an eighty per cent 
afimative vote. In August 1913, the 
Company having been unable to secure 
any extension of franchises, agreed to 
build certain extensions under a day- 
to-day agreement providing that they 
might be ordered out of the streets at 
the whim or caprice of the Common 
Council or that the city might purchase 
its trackage at cost less depreciation, 
a t  any time. 

In  return the company agreed to re- 
duce its fares to  seven tickets for 25c. 
This plan, not incorporating a fran- 
chise, was in effect a temporary settle- 
ment plan and could be and was passed 
by the Common Council without sub- 
mission to the people. 

In  December 1917 this agreement 
was abrogated by the company on the 
ground that it was unable to meet oper- 
ating costs a t  such a rate of fare. 

It should be noted that the citizens 
of Detroit stood adamant through all 
these variously contested campaigns 
on which great sums of money were 
spent by the company for propaganda 
purposes. They did this because of 
the gospel preached by the sincere 
leaders and because of their recollection 
of the forceful utterances of Mayor 
Mazen S. Pingree years before. 

REFERENDUbf CAMPAIGNS 

In November 1915, Mayor Marx and 
the Board of Street Railway Com- 
missioners submitted a municipal 
ownership purchase agreement. This 
was in effect a condemnation plan inas- 
much as the price was to be determined 
by the six circuit judges after the peo- 
ple’s vote. The affirmative vote on 
this proposition totaled 47%. 

The campaign slogan was originated 
by those opposed to this plan, terming 
it “A Pig in a Poke” plan, and this war 
cry was greatly instrumental in defeat- 
ing the proposition. 

Mayor Couzens took o5ce in Jan- 
uary 1919, pledged irrevocably to  mu- 
nicipaI ownership, believing it to be 
the best plan and the only plan for the 
proper solution of the city’s transporta- 
tion problem. It appeared that the 
quickest and surest way of solving the 
problem was an agreement for outright 
purchase of the private lines. Such a 
proposition was submitted in April 
1919, a price of $31,500,000 being 
quoted. The people believed the price 
too high or else had great doubt in their 
minds as the result of the immense con- 
fusion created by a ruthless campaign 
between the opposing factions. They I 
gave it only a 47% affirmative vote. 

This series of balloting proved the 
intentions of the people without a 
single doubt. It is now admitted by 
the private company’s o5cials that in 
these latter campaigns those inherently 
opposed to municipal ownership were 
supported by. large sums of money fur- 
nished by the cQmpany, even in that 
campaign for purchase in which the 
officers had signed a written contract 
to sell at a price of $31,500,000. 

It is interesting to recall the various 
arguments advanced against the propo- 
sitions which were submitted. In ad- 
dition to those arguments already cited, 
there were the following: 
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1. That the agreement conveyed val- 

uable interurban rights to the railway 
company. 

2. That the city was buying a lot of 
junk which would soon be out of date 
with the introduction of gas-driven 

3. That a rate of fare in excess of 
what was then charged would be re- 
quired to  maintain the system under 
municipal ownership. 

4. That the operation of the lines 
would result in a burden to the tax- 
payers. 

5. That condemnation and piece- 
meal construction were plans superior 
to outright purchase. 

Upon the defeat of the purchase 
proposition in April 1919, the Board of 
Street Railway Commissioners (three 
very prominent business men) declared 
for a service-at-cost plan, with the 
construction by the city, at  the same 
time, of certain downtown subways 
into which surface cars would be run- 
that congestion on the streets might be 
lessened within the mile circle. 

It was Mayor Couzens’ opinion, 
after careful thought, that downtown 
depots or miniature subways would 
not alleviate conditions to any great ’ 

extent and that the so-called “service- 
at-cost” or Taylor plan was a vicious 
instrument, related to the war time 
“cost-plus ” contracts. 

Thereupon this Commission resigned 
and close study was given the problem 
for many weeks by the Mayor. 

There was considerable agitation for 
a genuine subway system, and compe- 
tent engineers connected with the New 
York system testified that, whereas 
Detroit had only 300 miles of surface 
tracks, it should have at least 500 miles 
of surface l i e  feeders in order to make 
the subway system to any extent pay 
its way. The Mayor also believed that 
the city should control surface lines 
first of all. 

cars. 
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TWO COMPETING PLANS 

Late in 1919 a30 in the month of 
January 1920, at his own expense, M i .  
Couzens had an engineer lay out plans 
for much wanted new trackage which 
would (except in rare instances) not 
parallel the company’s existing tracks. 
While this was being done, tremendous 
agitation for the service-at-cost plan 
was developing. An attempt was 
made to force such a proposition 
through the Common Council for ulti- 
mate submission to the people, but this 
was defeated by a Mayor’s veto. 
Thereupon the railway company 
showed its favoritism toward the 
service-at-cost scheme by referring 
to the initiative and referendum. 

In the meantime the Mayor and the 
new Street Railway Commission pre- 
sented a plan dubbed the “piece-meal 
plan ” by its opponents, whereby the 
city would build 100 miles of new 
track and tie into it some 30 miles of 
the trackage mentioned as having been 
built by the D. U. R. under the day-to- 
day agreement which gave the city the 
option to purchase whenever it might 
so desire. In addition it was proposed 
to tie in 21 miles more of trackage-the 
Fort St. and Woodward Avenue lines 
(two main lines where the franchises 
had expired)-and the United States 
Supreme Court in one of many lawsuits 
had given us a right to oust the com- 
pany out of the streets upon ninety 
days’ notice from the Common Council. 

This plan would give the city a sys- 
tem of approximately 156 miles, or one 
half the size of the existing private 
system. In the way of finance the 
plan called for a $15,000,000 issue of 
public utility bonds. The estimates 
indicated that this fund would be s d -  
cient to build 100 miles of new track, 
purchase the 30 miles of day-today 
track, either purchase the 91 miles of 
Fort and Woodward trackage, at a 
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proposed price of $40,000 per mile or 
replace that trackage should the com- 
pany refuse to sell, once the people 
had approved this new municipal own- 
ership ordinance. 

There was provided in this bond 
issue su6cient money, also, for the 
purchase of 400 new motor cars and 
150 trailers. 

In  the same prospectus were out- 
lined 62 miles of additional new track- 
age to be built out of a further bond 
issue when the initial system had been 
completed. This plan was submitted 
to the voters in April 1920, along with 
the service-at-cost plan initiated by 
the Railway Company. The munic- 
ipal ordinance secured 63% of the total 
vote, after one of the most bitter utility 
campaigns ever waged in the Middle 
West, and an expenditure on the part 
of the private company of a sum vari- 
ously estimated in the hundreds of 
thousands. 

THE MUNICIPAL SYSTEM STARTS 

With the passage of this ordinance 
the city had nothing but a street rail- 
way minute book with which to start 
work. The day after election, excava- 
tion work began. This was on April 6, 
1920. On February first, 1921, we had 
18 miles of track completed and 13 
miles of track in operation. During 
the summer of 1921 we completed a 
total of 60 miles of new track, reaching 
a construction speed at times of one 
mile a day. 

By December 1,1921, we had 60 miles 
of new trackage under operation andhad 
arbitrated the purchase of 30 miles of 
the day-to-day lines, at a cost of about 
two and a quarter millions. These 
were taken over on December 22,1921. 
We had purchased 300 new cars and 
received 128 from the D. U. R. with 
the day-to-day tracks. 

In  passing it should be mentioned 

that on February 28, 19121, the 
United States Supreme Court cut the 
ground from under over a dozen ob- 
structive lawsuits started by the De- 
troit United Railway, after the vote of 
April 1920 and by a unanimous and 
sweeping decision validated the munic- 
ipal ownership ordinance and re- 
affirmed the city’s right to order the 
company out of the streets where fran- 
chises had expired. These obstructing 
lawsuits, started by the company, cov- 
ered every possible phase of the situa- 
tion through which time might be 
gained or the ordinance invalidated 
through litigation. 

Property owners on streets where car 
lines were planned were roused to start 
community suits. The city’s corpo- 
ration counsel, Mr. Clarence E. Wilcox, 
defeated the D. U. R. legal talent, rein- 
forced by Secretary of State Chas. E. 
Hughes, then acting as B. counselor. 

The Mayor and the Street Railway 
Commission asked the company (after 
buying the day-to-day trackage) for a 
price on the Fort and Woodward track- 
age. The price was refused and there- 
upon our engineers declared the track- 
age was so depreciated that we were 
justsed in offering only 388,000 dol- 
lars for the track. This money was 
offered in the way of value for the use 
of the track as temporary track during 
reconstruction and to avoid inconven- 
ience to the public if the new track 
were laid at one time, rather than by 
sect ions. 

The city’s price was refused and the 
Mayor asked the Common Council to 
order the company out of the streets. 
The ouster ordinance was passed by 
the Council but was referred to the 
people by initiative, inaugurated by 
the Woodward Ave. business men. 
The people not only backed up 
the ouster ordinance but re-elected 
the Mayor at  the same time by a mar- 
gin of 33,000. 
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Rice: $19.850. OOO 
D m  P a u d :  $2.170.000 
Paumcnl Method: 

Im&dlman(l: $500.000 semi-annually. 
Intcrut: 6% 
Balance: 10 years. 

Bond issue of S4,oOo.oM) author- 
iaed to make down aymept and 
buy current stock of)supplies. 

THE COMPANY’S LAST STAND 

Thereupon the company approached 
the city with a proposition for an inter- 
change of running rights because with 
the ouster ordinance facing them and 
the dismemberment of their system, 
through the day-to-day purchase, they 
were not in a position to give unified 
service to  the public. 

On December 15, 1921, as the re- 
sult  of an agreement which had been 
drafted, city cars were permitted to run 
over 61 miles of the D. U. R. tracks in- 
cluding Fort and Woodward, and the 
D. U. R. cars to run over 32 miles of the 
city’s day-to-day tracks, with a univer- 
sal transfer arrangement. 

The people had demonstrated their 
ability in street car operation and it 

Tracks: 273 Mi leego% Paved 
Cara : 10B 
Real Eaelotc: Value approximately $8 OOO OOO 
Power Stationr: Two-furnishing 50% Af tbtd 

supply. 
Interurban: Running rates fixed by Board of 
Rights: Arbitration. Righta can be ter 

minated on 2 years notice. 
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was our belief that they would be will- 
ing to vote the necessary funds to  pur- 
chase the balance of the private system, 
which of course could be obtained for 
less money than it would have cost at 
any time during the previous years. 

In January 1922, the railway depart- 
ment’s own engineers gave Mayor 
Couzens an appraisal value of $19,500,- 
000 for the 273 miles of private system 
remaining. 

This amount was offered the Com- 
pany and a purchase contract setting 
$19,850,000 as the price was signed by 
both parties. 

This was put to  a vote of the people 
on April 17,1922, and carried by a vote 
of more than four to one. 

The city took over the last of the 
lines on May 15, 1922. 

DETROIT’S h R E E T  RAILWA? PURCHASE CONTRaCr WITH PRNATE G X P A N T  

Approved: April 17, 1922. Effective: May 15, 1922. 

TOTAL COYBINID SYSTEMS: 363 MILM: 
CARS:. 1457 


